REAUTHORIZATION OF THE NATIONAL HIGHWAY
TRAFFIC SAFETY ADMINISTRATION

HEARING

BEFORE THE
SUBCOMMITTEE ON
COMMERCE, TRADE, AND CONSUMER PROTECTION

OF THE

COMMITTEE ON ENERGY AND
COMMERCE
HOUSE OF REPRESENTATIVES

ONE HUNDRED EIGHTH CONGRESS

SECOND SESSION

MARCH 18, 2004

Serial No. 108-71

Printed for the use of the Committee on Energy and Commerce

&R

Available via the World Wide Web: http:/www.access.gpo.gov/congress/house

U.S. GOVERNMENT PRINTING OFFICE
92-543PDF WASHINGTON : 2004

For sale by the Superintendent of Documents, U.S. Government Printing Office
Internet: bookstore.gpo.gov Phone: toll free (866) 512—-1800; DC area (202) 512—-1800
Fax: (202) 512-2250 Mail: Stop SSOP, Washington, DC 20402-0001



COMMITTEE ON ENERGY AND COMMERCE
JOE BARTON, Texas, Chairman

W.J. “BILLY” TAUZIN, Louisiana
RALPH M. HALL, Texas
MICHAEL BILIRAKIS, Florida
FRED UPTON, Michigan

CLIFF STEARNS, Florida

PAUL E. GILLMOR, Ohio

JAMES C. GREENWOOD, Pennsylvania

CHRISTOPHER COX, California
NATHAN DEAL, Georgia
RICHARD BURR, North Carolina
ED WHITFIELD, Kentucky
CHARLIE NORWOOD, Georgia
BARBARA CUBIN, Wyoming
JOHN SHIMKUS, Illinois
HEATHER WILSON, New Mexico
JOHN B. SHADEGG, Arizona
CHARLES W. “CHIP” PICKERING,
Mississippi, Vice Chairman
VITO FOSSELLA, New York
STEVE BUYER, Indiana
GEORGE RADANOVICH, California
CHARLES F. BASS, New Hampshire
JOSEPH R. PITTS, Pennsylvania
MARY BONO, California
GREG WALDEN, Oregon
LEE TERRY, Nebraska
MIKE FERGUSON, New Jersey
MIKE ROGERS, Michigan
DARRELL E. ISSA, California
C.L. “BUTCH” OTTER, Idaho
JOHN SULLIVAN, Oklahoma

JOHN D. DINGELL, Michigan
Ranking Member

HENRY A. WAXMAN, California

EDWARD J. MARKEY, Massachusetts

RICK BOUCHER, Virginia

EDOLPHUS TOWNS, New York

FRANK PALLONE, Jr., New Jersey

SHERROD BROWN, Ohio

BART GORDON, Tennessee

PETER DEUTSCH, Florida

BOBBY L. RUSH, Illinois

ANNA G. ESHOO, California

BART STUPAK, Michigan

ELIOT L. ENGEL, New York

ALBERT R. WYNN, Maryland

GENE GREEN, Texas

KAREN McCARTHY, Missouri

TED STRICKLAND, Ohio

DIANA DEGETTE, Colorado

LOIS CAPPS, California

MICHAEL F. DOYLE, Pennsylvania

CHRISTOPHER JOHN, Louisiana

TOM ALLEN, Maine

JIM DAVIS, Florida

JANICE D. SCHAKOWSKY, Illinois

HILDA L. SOLIS, California

CHARLES A. GONZALEZ, Texas

BUD ALBRIGHT, Staff Director
JAMES D. BARNETTE, General Counsel
ReID P.F. STUNTZ, Minority Staff Director and Chief Counsel

SUBCOMMITTEE ON COMMERCE, TRADE, AND CONSUMER PROTECTION

CLIFF STEARNS, Florida, Chairman

FRED UPTON, Michigan
ED WHITFIELD, Kentucky
BARBARA CUBIN, Wyoming
JOHN SHIMKUS, Illinois
JOHN B. SHADEGG, Arizona

Vice Chairman
GEORGE RADANOVICH, California
CHARLES F. BASS, New Hampshire
JOSEPH R. PITTS, Pennsylvania
MARY BONO, California
LEE TERRY, Nebraska
MIKE FERGUSON, New Jersey
DARRELL E. ISSA, California
C.L. “BUTCH” OTTER, Idaho
JOHN SULLIVAN, Oklahoma
JOE BARTON, Texas,

(Ex Officio)

JANICE D. SCHAKOWSKY, Illinois
Ranking Member

CHARLES A. GONZALEZ, Texas

EDOLPHUS TOWNS, New York

SHERROD BROWN, Ohio

PETER DEUTSCH, Florida

BOBBY L. RUSH, Illinois

BART STUPAK, Michigan

GENE GREEN, Texas

KAREN McCARTHY, Missouri

TED STRICKLAND, Ohio

DIANA DEGETTE, Colorado

JIM DAVIS, Florida

JOHN D. DINGELL, Michigan,
(Ex Officio)

(1)



CONTENTS

Page
Testimony of:
Bonin, Jason, Vice President for Lighting Technology, Hella North Amer-

TCA ettt ettt e et b e e et e bt s ab e b e e e bt e s e eteenaee 61
O’Neill, Brian, President, Insurance Institute for High Safety .................... 55
Pittle, R. David, Senior Vice President, Technical Policy, Consumers

UIIOI ettt ettt et s e et sabeesbbe s bt s aesneenaee 43
Runge, Jeffrey W., Administrator, National Highway Traffic Safety Ad-

MINISELATION ooiiiiiiiiiiiceeeece et e e e e e e e e e araaaes 7
Shea, Donald B., President and Chief Executive Officer, Rubber Manufac-

BUrers ASSOCIALION ......oovuiiiiiiiiiiiieiteeiee ettt ettt s 28
Strassburger, Robert, Vice President, Safety and Harmonization, Alliance

of Automobile Manufacturers .........c..coceviiiiiiiiiniiiiiinicececeeee, 35

Material submitted for the record:
American International Auto Dealers Association, prepared statement

OF ettt ettt es 98
Association of International Automobile Manufacturers, Inc., prepared

SEALEIMENT OF .....oiiiiiiiiiiiiee e et et e ar e e e aaeeeaes 94
Claybrook, Joan, President, Public Citizen, prepared statement of 82
Gillan, Jacqueline S., Vice President, Advocates for Highway and Auto

Safety, prepared statement of ...........c.coeceeriiiiiiiiiiiniieeeee e, 75
O’Neill, Brian, President, Insurance Institute for High Safety, letter

dated May 3, 2004, to Hon. Cliff Stearns .........ccccceeeveeecciveeeccieeeeiee e, 101

(111)






REAUTHORIZATION OF THE NATIONAL
HIGHWAY TRAFFIC SAFETY ADMINISTRATION

THURSDAY, MARCH 18, 2004

HOUSE OF REPRESENTATIVES,
COMMITTEE ON ENERGY AND COMMERCE,
SUBCOMMITTEE ON COMMERCE, TRADE,
AND CONSUMER PROTECTION,
Washington, DC.

The subcommittee met, pursuant to notice, at 10 a.m., in room
2322, Rayburn House Office Building, Hon. CIliff Stearns (chair-
man) presiding.

Members present: Representatives Stearns, Upton, Shimkus,
Radanovich, Bass, Issa, Otter, Barton (ex officio), Schakowsky,
Gonzalez, Green, McCarthy, Strickland, Davis, and Dingell (ex offi-
cio).

Staff present: David Cavicke, majority counsel; Kelly Zerzan, ma-
jority counsel; Jill Latham, legislative clerk; Jon Tripp, deputy com-
munications director; and Jonathan Cordone, minority counsel.

Mr. STEARNS. Good morning, everybody. Today, we are here to
discuss the reauthorization of the National Highway Traffic Safety
Administration, NHTSA. We have two excellent panels with us
here today to discuss the vast ranges of vehicle safety issues, and
of course, I'm anxious to hear from everybody.

Today, safety sells cars. According to the 2002 J.D. Power and
Associates U.S. Automotive Emerging Technology Study, 9 of the
10 top features most desired by consumers in their next new vehi-
cle purchase are designed to enhance vehicle or occupant safety. As
expected, as the demand for safety products increases, so will the
supply. Car companies are responding to the call from consumers
for safer vehicles. Despite their being more cars on the road than
ever.

We continue to see the fatalities and injury rates decreased. We
are light years from where we were 10 years ago and the future
looks bright. But despite the innovations in safety technology, there
is no doubt that more needs to be done. Every year, over 40,000
people, parents, children, husbands and wives, tragically die annu-
ally in automobile accidents. What is distressing is that many of
these lives should never have been lost.

The single most effective strategy to prevent deaths on our na-
tional highways is a click of the safety belt. For instance, of the
8,407 people who were killed in single vehicle rollover crashes in
2001, a full 78 percent were not wearing their seat belt. Unfortu-
nately, despite the fact that seat belts have been standard safety
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equipment on cars since 1966, there are those who refuse or fail
to simply buckle up and the costs are staggering.

Over the past 20 years more than 7,000 people were killed and
over 100,000 injured annually, due to the failure to wear seat belts.
It is estimated that these incidents have cost society nearly $20 bil-
lion, not to mention the emotional toll that has had on the families
of those who were killed.

I applaud our Administrator, Mr. Runge, for making the in-
creased use of safety belts a priority for NHTSA and pledge to as-
sist in any way I can to further his goals.

Additionally, NHTSA is working on the issue of vehicle compat-
ibility with the exponential growth of SUVs and minivans in the
market, when these vehicles crash into passenger cars, the effects
are dramatic. While most buy SUVs or similar vehicles to gain in-
creased safety, few wonder what the impact will be on a smaller
car. Thankfully, NHTSA is considering vehicle compatibility and
continues to research the best way to frame the problem.

In addition, the auto industry has taken on responsibility and
has entered into an agreement with the Insurance Institute for
Highway Safety which we’ll hear more about today. In this agree-
ment, the auto industry has pledged to voluntarily adopt standards
designed to address vehicle compatibility during front to front colli-
sions and front to side crashes. This will ensure that advances in
auto safety will be incorporated into the marketplace at a faster
pace which will only result in increased safety and save lives.

I hope the Administrator will be able to tell us this morning
about the prospect for NHTSA’s reauthorization this year. Specifi-
cally, (1) does NHTSA plan to send reauthorization legislation to
Congress? (2) When do you anticipate that legislation will be sent
to us? And (3) what will be the main substantive provisions of the
legislation?

I thank the witnesses for being here today and thank the staff
for their help and I look forward to their testimony. Momentarily,
we will have an opening statement from our distinguished ranking
member, Ms. Schakowsky, so I'll ask her to provide it.

Ms. SCHAKOWSKY. I thank you, Mr. Chairman, for holding this
hearing today on the reauthorization of the National Highway and
Transportation Safety Act, and the challenges that are facing
NHTSA as it works to immediately safety improvement responsibil-
ities.

I would also like to recognize and thank my ranking member of
the full committee, Representative John Dingell, for being here
today and I want to welcome our witnesses who are here to share
with us their views on how to improve safety, reduce fatalities and
injuries and better protect children.

In 2002, 42,815 people died in motor vehicle crashes, the highest
number in over a decade. Nearly 3 million more people were in-
jured. Those numbers do not include children who were killed or
injured in and around cars that were not in traffic. Centers for Dis-
ease Control, a CDC study, found that between July and June
2001, an estimated 9,160 children suffered nonfatal injuries and 78
children were killed in nontraffic accidents. Those numbers too, are
cause for alarm. While they are not included in the official NHTSA
statistics, they do count in families and we must do all we can in
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order to eliminate accidents that are otherwise avoidable and to en-
sure that vehicles on and off the road are as safe as possible.

Increasingly, we’re seeing problems on our roads that stem from
the fact that people are buying bigger and tougher vehicles. In fact,
half of new vehicles purchased are SUVs, vans and pickup trucks.
This has led to an increased number of rollover accidents and
crashes where bigger vehicles caused severe damage to people in
smaller vehicles. Deaths in rollover crashes increased to a record
10,666 in 2002; 500 more rollover deaths than occurred in 2001.
Rollover deaths accounted for one third of all passenger occupant
fatalities in 2002.

We must approach this issue by working to prevent rollovers
from happening as well as improving protections for people in cases
where rollovers do occur.

I'm encouraged to hear that NHTSA is working to study crash
avoidance technology. In addition, consumer advocates have pro-
posed that we adopt standards dealing with roof strength, rollover
resistance, seat belt design, crash ejection prevention, as well as
design characteristics to reduce the threats posed by more aggres-
sive vehicles. I believe we need to act in those areas.

I want to address the issue of our children’s safety in and around
cars. I've joined my colleague, Representative Peter King, in intro-
ducing H.R. 3683, the Cameron Gulbransen Kids and Cars Safety
Act. One evening, 2 year old Cameron followed his dad out of the
house as he went to move the family’s SUV into the driveway.
Cameron’s father was not aware that his son was there and backed
over him, killing him almost instantly. Unfortunately, this is not
a lone occurrence. Our bill would require NHTSA to conduct a
study of backover prevention technologies and to establish a data
base to keep track of these types of nontraffic crash-related injuries
and deaths.

Finally, this bill would address the issue of children being inad-
vertently killed or injured by power windows by requiring that
manufacturers install child-proof auto reverse mechanisms. This
technology exists and there’s no reason it should not be used in all
new cars. The standards in the Kids and Cars Safety Act, we well
as rollover crash avoidance and other safety concerns are critical
issues for the subcommittee to continue. I hope that this briefing
will help to start a dialog among all parties involved so that we can
come to some agreement on how to achieve our common goals of
consumer protection and safer highways and safer cars.

Thank you.

Mr. STEARNS. Thank the gentlelady. Mr. Issa from California.

Mr. IssA. T'll waive.

Mr. STEARNS. The gentleman waives. The distinguished ranking
member of the full committee, Mr. Dingell?

Mr. DINGELL. Thank you for your courtesy. I commend you for
the hearing and I'm delighted to see our panel here. I thank both
panels for their presence and their assistance.

I am delighted we are holding this hearing on the reauthoriza-
tion of the National Highway Traffic Safety Administration,
NHTSA. This hearing is important. It will allow us to examine the
resource needs of the agency and its current priorities. I've always
viewed reauthorization of an agency which is for a fixed period of
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time to be separate from decisions to change underlying laws which
the agency administers. Should Congress during the reauthoriza-
tion process consider writing new laws for the agency to admin-
ister, we should be guided by a number of facts and I'd like to ad-
dress them now.

First, we must guard against regulating before the experts have
had an adequate understanding of both the problem we seek to
solve and the effect of the proposed regulations or solutions that
may have a significant overall safety and public health con-
sequence. I would remind my colleagues of the vast enthusiasm
with which we went with regard to seat belts and with regard to
the airbags. Seat belts turned out to be a good thing. Seat belt
interlocks did not. Air bags turned out to, in fact, have a serious
health consequence of a very adverse character. They kill people.

So it is essential that we look at these matters through clear
eyes on the basis of sound experience. Time after time when
NHTSA has been forced to regulate without a complete under-
standing of the problem and the ramifications of the proposed solu-
tion, the unintended consequences have been, as I've indicated,
grave. Good intentions alone are not sufficient for regulating vehi-
cle safety.

Second, we must not divert resources away from regulations and
innovations that have the most potential to save the greatest num-
bers of lives. Every time Congress mandates that NHTSA promul-
gate a rule on a specific subject, there is less time and money for
NHTSA to spend on other safety priorities. I would note these
other safety priorities may, in real fact, and in the minds of ex-
perts, be much more important in terms of accomplishing the safe-
ty of the motoring public and others who are involved in highway
usage and motor vehicle usage.

As information resources improve and as research gets better, we
must allow the agency the chance to use its expertise and adequate
responsibility and flexibility to determine what actions will save
the greatest number of lives and prevent the greatest amount of
pain and suffering to people.

Third, we must recognize that irresponsible regulation of the
automobile is going to sacrifice important high paying manufac-
turing jobs at a time when this country is hemorrhaging jobs, we
must take extraordinary care to ensure that new regulations are
both appropriate and are implemented wisely.

The automobile industry, so that we can see what it does for us,
is responsible for creating 6.6 million direct and spinoff jobs across
the United States. It produces $243 billion in payroll compensation.
It is an essential component of the economic well being, the na-
tional defense and all other things that are important to us as
Americans. A manufacturer, and I would note, typically does not
begin to realize a profit for a particular vehicle model until the
third or fourth year of the model cycle. Much of the facts like this
are not known to my colleagues and sometime our enthusiasm
sweeps us in to things which are going to hurt an industry.

This industry has accomplished enormous amounts. If you look
at a modern American automobile, it is now safer than it has ever
been in history. If you look at that same automobile, it is also more
fuel efficient than it has been and has a fuel efficiency that is dou-
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ble the day before we had CAFE. It also is cleaner when it’s going
down the road at 50 miles an hour and is a new model than was
a pre-1968 or pre-control vehicle. That tells us much about what
the industry has accomplished in terms of billions of dollars in in-
vestment.

There are legislative proposals currently being considered that
would require multiple redesigns of most models of cars and trucks
across the fleet over a very short period of time. If this is accom-
plished, I think we can look forward to a significant period of eco-
nomic downturn in the country and economic calamity in the auto-
mobile-producing areas and I would tell my colleagues that the
automobile-producing areas are not just Detroit or places where
there’s a factory. They're wherever glass or computers or rugs or
steel or nonferrous metals or high tech or computers are put to-
gether and other things.

The cost of such mandates, I would note, while unknown is going
to be in the levels of billions of dollars. The effect of poorly planned
regulations could be terrible with regard to unemployment and pos-
sible safety gains from on-going voluntary efforts could be placed
in jeopardy.

Now there are times when legislative action is necessary. This
committee worked well and harmoniously and diligently on the
TREAD Act. That’s a law that continues to yield fruit today. The
early warning system established under TREAD helps NHTSA and
manufacturers to identify problems sooner and recall affected vehi-
cles faster due in part, to the success of the TREAD Act. Times
have changed. NHTSA has established an aggressive agenda for
vehicle safety that will be implemented on a responsible time table,
one which could be met by all parties, for vehicles and manufactur-
ers have responded. According to J.D. Power and Associates, 9 out
of 10 most popular vehicle options now relate to safety. Every
major manufacturer has joined forces with the Insurance Institute
for Highway Safety to create an unprecedented voluntary agree-
ment on vehicle compatibility that is enforceable by Federal regula-
tions. That means how the vehicles are going to interact when they
come together with a bang.

The same working group is also continuing its efforts on the
issue of rollover avoidance and crash worthiness. Most of these ar-
rangements are enforceable by Federal regulators, as I had said
earlier. But we must not forget that in the end, human behavior
remains the significant factor in reducing motor vehicle fatalities.
In a nutshell, it is the nut behind the wheel, not the nut in the
wheel that causes the accident.

There were approximately some 36,000 occupant fatalities in
2001. Yet, when you remove from that statistic accidents involving
alcohol and unbelted passengers, the number drops by 75 percent.
Over 17,000 occupant deaths were related to alcohol in 2002. That
number continues to climb. This is obviously an outrage and one
which we should address.

I would note that although seat belt usage is at a record high,
there remains significant room for improvement. In rollover acci-
dents alone, more than 75 percent of the passengers who died were
not wearing their seat belts when the accident occurred. Whether
it be belt minders, interlocks, Federal incentives or primary seat
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belt laws we can and should do more to increase assured seat belt
use.

Mr. Chairman, I thank you for holding this hearing. I thank the
witnesses today for their assistance and I appreciate your courtesy
to me and I yield back the balance of my time.

Mr. STEARNS. And I thank the distinguished gentleman and Mr.
Upton, the gentleman from Michigan.

Mr. UpTON. I'll just stick my statement in as part of the record.

Mr. STEARNS. By unanimous consent, so ordered. Ms. McCarthy?

Ms. McCARTHY. I will follow Mr. Upton’s lead, Mr. Chairman,
and submit my remarks for the record.

Mr. STEARNS. Mr. Otter?

Mr. OTTER. I'll put mine in the record.

[The prepared statement of Hon. C.L. “Butch” Otter follows:]

PREPARED STATEMENT OF HON. C.L. “BUTCH” OTTER, A REPRESENTATIVE IN
CONGRESS FROM THE STATE OF IDAHO

Mr. Chairman, thank you for the opportunity to examine the past actions and
present goals of the National Highway Traffic Safety Administration.

Transportation has been a subject of main concern for Congress over the past few
months. And as we discuss the effectiveness of our nation’s highways and road sys-
tems, no issue is more important than safety. Our economy depends on a capable
transportation system to transport goods and people from place to place, and yet
every year there are tens of thousands of people killed in motor vehicle crashes—
indfact, automobile accidents are the leading cause of death among young Americans
today.

Since 1970 the National Highway Traffic Safety Administration has worked both
to make cars safer every year and to teach Americans how to protect themselves
from debilitating or even fatal car crashes. Through cooperation with the automobile
industry, state legislatures, and consumers, driving on our nations highways and
roads has become safer and many lives have been spared. These groups continue
to work together to address the changes in the industry and on the roads.

I appreciate the open collaboration between the NHTSA and industry, as they rec-
ognize and work toward a common goal. However, I am concerned that the NHTSA
reauthorization language included in the Senate transportation bill ignores the suc-
cess of this teamwork by forcing overly aggressive mandates and arbitrary dead-
lines. As the House addresses this reauthorization I anticipate that we will take into
account the efforts of industry, of the States, and of NHTSA to develop and success-
fully implement rules and standards for automobile safety. Today’s hearing is the
first step in that process. I look forward to hearing both from NHTSA and from in-
dustry members how they are addressing the needs of the ever-changing life on the
road, and how we can work together to protect lives and make our transportation
system safer.

Mr. STEARNS. Put it in the record. Mr. Davis.

Mr. Davis. I'll put mine in the record.

Mr. STEARNS. Same.

[Additional statement submitted for the record follows:]

PREPARED STATEMENT OF HON. JOE BARTON, CHAIRMAN, COMMITTEE ON ENERGY
AND COMMERCE

Thank you, Chairman Stearns, for holding this hearing today on the reauthoriza-
tion of the National Highway Traffic Safety Administration. I would also like to wel-
come Dr. Jeffrey Runge, NHTSA Administrator, to the Committee this morning.

Nearly everyone in this country owns a car, which is why automobile safety is so
critical. Cars are part of the American culture, part of our way of life, and we have
seen enormous advances in vehicle safety in the last 20 years. For instance, al-
though every year there are increasingly more vehicles, of all sizes, on the road,
every year the rate of accidents continues to decline. Every year seat belt use in-
creases, and the American public are making their auto purchases with safety in
ﬁirlld, Hf%wever, despite these great strides, there are still opportunities to make ve-

icles safer.
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In its quest to make roads safer, NHTSA has focused on four primary areas: vehi-
cle compatibility, rollover, seat belt use, and impaired driving. All of these issues
are laudable goals that I fully support. I am pleased to see NHTSA spending its
resources on the trouble spots that can produce the most benefit. The time and
money of the Administration should be focused on the problems that can produce
the greatest safety benefits for the highest number of consumers. The more lives
that can be saved on American highways the better.

Along those lines, I am very pleased to hear that NHTSA intends to review each
safety standard every seven years. This is a necessary process that should take
place to ensure the best regulations are in place in light of advances in technology.

And certainly, NHTSA does not have to bear the brunt of pursuing safety ad-
vances—the industry should also step up to the plate, and it has in the area of vehi-
cle compatibility. Working with the Insurance Institute for Highway Safety, and
with annual progress reports to NHTSA, I have confidence that this program will
get new and innovative technologies into the market faster than we’ve seen in the
past. Consumers should not be forced to wait for a bureaucratic regulatory action,
which is typically cumbersome and slow, to take advantage of new safety products.
Particularly in an area, like auto safety, where delay can have such severe con-
sequences, I encourage such partnerships and voluntary commitments.

As this Committee begins its process to examine NHTSA and its reauthorization,
I understand that the other body has attached NHTSA reauthorization language to
its highway spending bill. There is no question that these vehicle safety issues raise
large questions and will have huge impacts on the American public. They should
be thoroughly discussed and deserve to be debated. Therefore, I would prefer that
NHTSA reauthorization move through the Committee process in regular order, but
it appears that may not be possible. In light of that fact, this Committee plans to
be a strong participant in any conference dealing with NHTSA and vehicle safety.

Thank you again, Chairman Stearns, for holding this hearing and I look forward
to hearing from our witnesses.

Mr. STEARNS. With that Dr. Runge, we welcome you, Adminis-
trator, National Highway Traffic Safety Administration, for your
opening statement.

STATEMENT OF JEFFREY W. RUNGE, ADMINISTRATOR,
NATIONAL HIGHWAY TRAFFIC SAFETY ADMINISTRATION

Mr. RUNGE. Thank you, Mr. Chairman, Representative
Schakowsky, Ranking Member Dingell, other members of the sub-
committee, I really appreciate the opportunity to appear before you
today to talk about motor vehicle safety. I'm happy to have the
chance to update you on the activities at the agency.

NHTSA’s mission, of course, is to save lives and prevent injuries.
Motor vehicle crash is the leading cause of death for Americans
from ages 2 through 34. In 2002, we lost 42,815 Americans to this
epidemic. The associated economic costs seriously impact our Na-
{:)i(ﬁ’l’s fiscal health with an annual cost to our economy of over $230

illion.

At NHTSA, we focus our vehicle safety efforts on actions that
offer the greatest potential for reducing those big numbers of lives
and economic costs. The motor vehicle safety statute grants us the
authority and the responsibility to issue motor vehicle safety stand-
ards for new motor vehicles and equipment. These standards must
advance safety and be performance-based, objective, practicable
and the test for compliance must be repeatable. Our professional
staff includes experts from many disciplines and they are the
world’s leading experts in motor vehicle safety. All are dedicated to
one singular mission, to reduce deaths and injuries on our Nation’s
streets and highways.

Since vehicle issues are the primary responsibility of this sub-
committee, I will focus on these rulemaking activities. We've dem-
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onstrated tremendous progress with our rulemaking procedures
over the last 4 years. When I became Administrator, I set a goal
of a 2-year duration from the start of the rulemaking process to the
final rule. An audit released this month by the DOT Inspector Gen-
eral found that we have met that goal of 2 years or less. This has
been accomplished with careful attention to timeliness, to mile-
stones and internal deadlines that we impose on ourselves.

In order to ensure our rulemaking process is timely and data
driven, we published NHTSA’s first ever multi-year rulemaking
priority plan this past summer of 2003. And it documents the agen-
cy’s rulemaking activity through 2006.

1}/{1‘. Chairman, I have submitted copies of that for the record as
well.

These rulemaking priorities were defined by careful examination
of the data and through extensive discussions within the agency
and with the public. Everybody in this country had the opportunity
for input into this rulemaking priority plan. Once the rulemaking
priorities were established, we then prioritized our research studies
to make sure that those research needs that were there to support
the priority rulemakings were also given the highest priority. We
intend for this plan to be a living document and we will update it
every year. We are also committed to reviewing all vehicle safety
standards systematically over a 7-year cycle.

As I stated earlier, our highest priorities are given to those ac-
tions that have the greatest potential to reduce death and injury
on the highway, irrespective of anybody’s parochial or political con-
cerns that are not supported by the data. Because of the necessity
to adhere to this process, the Administration is opposed to legisla-
tively mandated rulemakings that would displace the research and
regulatory actions given priority under our deliberative and public
process, all designed to produce the best and most cost-effective so-
lutions to our most critical safety problems.

Arbitrary deadlines imposed with these mandated requirements
could preclude vital research and analysis needed to avoid those
unintended and dangerous consequences Representative Dingell
talked about earlier. Furthermore, we have seen proposed man-
dates that include technical requirements that have never been
proven to be viable. The public and the industry deserve regula-
tions that are technically sound, practical, objective and repeatable.
These can only be achieved when based on sound science and care-
ful development of test procedures.

Mr. Chairman, I've detailed our priority rulemaking actions in
my written testimony, which I've submitted for the record. I'd like
to highlight just a couple of them for the committee, if I may.

The first is our side impact standard, which will address much
of the problem with vehicle incompatibility caused by the collision
of different sized vehicles, particularly passenger cars and SUVs.
Of the 32,598 vehicle occupants killed in 2002, over 9,000 were
killed in side impacts. In side impacts involving two passenger ve-
hicles, an occupant of the struck vehicle was about seven times
more likely to die than the occupant of the striking vehicle. The
current safety standard for side impact is not adequate. For in-
stance, it does not address injury to the head, even though 58 per-
cent of side-impact fatalities involve the head. Therefore, improve-
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ments in occupant protection in side impact crashes must be one
of our most urgent priorities.

We have developed a proposed rule to upgrade this standard,
which is currently under review at OMB.

Another lethal type of crash that we are addressing with high
priority is rollover. Even though rollovers account for only about
2.5 percent of police-reported crashes, they account for about a
third of all occupant fatalities. That’s over 10,000 people a year in-
cluding more than 60 percent of SUV occupant fatalities. Nearly
two-thirds of rollover deaths are the result of full or partial ejec-
tions from the vehicle and nearly all of those were not wearing
safety belts.

To improve the chances of surviving a rollover, in addition to the
agency’s tremendous work on safety belt use, we are working to re-
duce ejections and to enhance roof crush protection. We believe
that our side impact upgrade will also lead to reductions in ejec-
tion, as the expected counter-measures for side impact might also
be made protective in the event of a rollover. As our research ma-
tures, we will be considering appropriate rulemakings on these
matters.

Longer term, Mr. Chairman, in addition to continuing efforts in
crash worthiness, we will be exploring the new frontier in tech-
nology-assisted crash avoidance, including electronic stability con-
trol systems and driver assist technologies. We also need to under-
take research and development in the fuel integrity of hydrogen-
powered vehicles to support the President’s Hydrogen Fuel Initia-
tive and the FreedomCAR Program.

I urge the subcommittee to support these safety initiatives and
our rulemaking goals, Mr. Chairman, as I outlined in our priority
plan, which I'm submitting for the record. I'd be happy to answer
any questions that you have.

[The prepared statement of Jeffrey W. Runge follows:]

PREPARED STATEMENT OF HON. JEFFREY W. RUNGE, ADMINISTRATOR, NATIONAL
HIGHWAY TRAFFIC SAFETY ADMINISTRATION

Chairman Stearns, Congresswoman Schakowsky, and Members of the Sub-
committee, thank you for the opportunity to appear before you today to discuss var-
ious motor vehicle safety issues.

I want to express my appreciation for this Subcommittee’s long-standing support
of motor vehicle programs. Transportation safety is a top priority for Secretary Mi-
neta and President Bush. Your work has allowed the National Highway Traffic
Safety Administration (NHTSA) to advance motor vehicle safety. We are grateful to
this Subcommittee for its continuing leadership and for scheduling this hearing.

NHTSA’s mission is to save lives and prevent injuries. Motor vehicle crashes are
responsible for 95 percent of all transportation-related deaths and 99 percent of all
transportation-related injuries. They are the leading cause of death for Americans
in the age group 2 through 34. In 2002, the last year for which we have data, 42,815
people were killed in motor vehicle crashes, up slightly from 42,196 in 2001. The
economic costs associated with these crashes also seriously impact the Nation’s fis-
cal health. The annual cost to our economy of all motor vehicle crashes is $230.6
billion in Year 2000 dollars, or 2.3 percent of the U.S. gross domestic product.

We focus our vehicle safety efforts on actions offering the greatest potential for
saving lives and preventing injury. The motor vehicle safety law vests NHTSA with
the authority and responsibility to issue motor vehicle safety standards for new
motor vehicles and equipment that are performance-based, objective, practicable,
and repeatable, and that advance real world safety. These standards reduce the
number of motor vehicle crashes and minimize the consequences of crashes that do
occur. NHTSA’s professional staff includes engineers, statisticians, economists, law-
yers and managers considered to be among the world’s experts in applying their in-
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dividual disciplines to the advancement of motor vehicle safety. All are dedicated
to our singular mission of reducing death and injury on our nation’s streets and
highways.

We have demonstrated tremendous progress with our rulemaking procedures over
the last 4 years. When I became Administrator, I set a goal of a two-year duration
from the start of the rulemaking process to the Final Rule. A recent audit by DOT’s
Inspector General found that, based on a sample of significant rules for 2003, we
have met our goal of two years or less. This has been accomplished with careful at-
teiltion to timelines, milestones, and internal deadlines that we impose upon our-
selves.

Last year we published the first NHTSA multi-year vehicle safety rulemaking pri-
ority plan. It sets forth the agency’s rulemaking goals for 2003 to 2006. The rule-
making and supporting research priorities were defined through extensive discus-
sions within the agency, taking into account the views we have heard over several
recent years at public meetings and in response to rulemaking notices and requests
for comment. We prioritized potential new rules and upgrades of existing rules ac-
cording to the size and severity of the problems they address, and the best educated
estimates of the cost and effectiveness. The agency works closely with the Congress
and the public to define our priorities openly and with ample public comment.

We intend for our rulemaking priority plan to be a living document, and will up-
date it annually. In addition, we are committed to reviewing all Federal Motor Vehi-
cle Safety Standards systematically over a 7-year cycle. We decided that such a re-
view is needed in light of changing technology, vehicle fleet composition, safety con-
cerns and other issues that may require changes to a standard. Our regulatory re-
views are in keeping with the goals of the Government Performance and Results
Act, to ensure that our rulemaking actions produce measurable safety outcomes.

Because of this process, and the need to make these decisions based on current
data, the Administration is opposed to legislatively mandated rulemaking actions
that displace deliberative 